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INTRODUCTION 



This manual is the text for your training as a A-26 pilot and airplane 
commander. 

The Air Forces' most experienced training and supervisory personnel 
have collaborated to make it a complete exposition of what your 
pilot duties are, how each will be performed, and why it must be 
performed in the manner prescribed. 

The techniques and procedures described in this book are standard 
and mandatory. In this respect the manual serves the dual purpose 
of a training checklist and working handbook. Use it to make sure that 
you learn everything described herein. Use it to study and review the 
essential facts concerning everything taught. Such additional self-study 
and review will not only advance your training, but will alleviate 
the burden of your already overburdened instructors. 

This training manual does not replace the Technical Orders for the 
airplane, which will always be your primary source of information 
concerning the A-26 so long as you fly it. This is essentially the textbook 
of the A-26. Used properly, it will enable you to utilize the pertinent 
Technical Orders to even greater advantage. 
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GENERAL DESCRIPTION 

The A-26 Is a 2-engine mid-wing attack bomber of 
ali-metai construction. 



Engines 

There are three series of Pratt & Whitney 
Double Row Wasp engines developing from 
2000 to 2370 brake Hp on takeoff* The it- 2800-27 
engine develops 2000 brake Hp. The R-2800-7.1 
engine develops the same Bp and is identical to 
Uie -27 with the exception of an improved GE 
ignition harness The : R-28O0~79 engine is the 
water injection engine and develops 2370 brake 
fip on takeoff. 

Propellers 

Three bladed (12 feet, 7 inches in diameter) * 
constant - speeds full - feathering hydroma tic 
Hamilton Standard, 



Landing Goar 

Full retractable, hydraulic tricycle gear, 

Wings 

Two-spar, full cantilever, laminar flow. (Span, 
70 feet; maximum width, 10 feet; maximum 
depth, 18% inches.) 

Fusolaga 

All-metal structure of alelad skin shaped and 
reinforced by aluminum alloy ribs, bulkheads, 
and longitudinal members, (Length with bom- 
bardier nose, 51 feet 3 inches; length with all- 
purpose nose, 50 feet 9 inches; maximum width, 
5 feet 2 inches; height, 5 feet 10 inches.) 
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The A-26 is an extremely 
versatile airplane. It h designed 
with two interchangeable nose 
sections to meet exact 
tactical requirements. 



&ll~?mPOSZ NOSE. 

There are six combinations of 
armament, as follows: 

a. Six .50 -caI. machine gt#n«. 

Crew % 

b« Eight .SO-vat, machine gun* 

Crew 2 

c. One 37-mm. carmen and four JO^cdt. 
machine gunc 

■ Crew 2 • • •' 

d. One 37- mm. cannon and two $<kal. 
machine gen*. 

Crew 2 

a. Twe 37-mm. cannon. 

Crew 21 : .k .r ■/ - 

f One f frtinm: caiitfien and one 37-mm, 
cannon. 

Crew 3 

g. One 75^mm- cdnnen and two ,5(kai. 
machine gone. 

Crew 3 ' vA /. :• V/. 



2+ BOMBARDIER NOSE 
Crew 3 
Plexiglas nose. 

Fitted with bombsight 
and controls, 
and two fixed .56<at. 
machine guns. 
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DOIGLAS HIGH-SPEED WIHG 



The high-speed wing is a laminar flow airfoil 
which differs from the conventional airfoil in 
that the thickest dimension is nearer the center 
of the wing. The laminar flow airfoil is the most 
efficient high-speed wing developed thus far by 
aero-dynamists. 



outward and downward producing as it extends 
(up to 40°) a much greater lift. As it continues 
to extend the last 12° of travel, it creates nearly 
all drag. This new flap is responsible for the 
comparatively slow approach speed and good 
landing characteristics of the airplane. 



So What? 

A good understanding of the wing and flap 
is important to you because the A-26 takes off 
and lands differently from any other airplane. 
Get that straight! 

The A-26 takes off and lands differently from 
any other airplane. Unlike the B-25, the B-26 
or the A-20, or any other airplane— the A-26 
lands in an almost level attitude with the nose- 
wheel just off the runway. (See page 75). 



NEW HIGHLY EFFICIENT FLAP 



The designers of the A-26 having produced 
the most aero-dynamically efficient high-speed 
wing, loaded to about 60 psi, found it neces- 
sary to develop a radically new and more effi- 
cient flap. This new double-slotted flap extends 



CONVENTIONAL AIRFOIL 



LAMINAR-FLOW AIRFOIL 
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1. NOSEWHEEL SWING 



36° either direction 



2. DIVING SPEEDS 

26.000 lbs. Gross 

32.000 lbs. . 
35,500 lbs. . 



425 IAS 
400 IAS 
360 IAS 



3. LEVEL-FLIGHT SPEED 



No limitation 



4. OPEN BOMB BAY DOORS 



WITH SPOILERS 425 IAS 

WITHOUT SPOILERS 240 IAS 



5. FLAPS DOWN 



208 IAS 



6. WHEELS DOWN 



160 IAS 



7. TAKEOFF MANIFOLD PRESSURE 52' Hg. 

-79 ENGINE WITH WATER INJECTION .... Full throttle 

up to 60' Hg. 

8. RPM 

a. TAKEOFF AT FULL INCREASE RPM .... 2700 

b. GROUND RUN-UP APPROX. 25" .... 2000 

c. MAGNETO CHECK LOSS 100 

d. FULL DECREASE RPM 1200 + or — 50 

e. IDLING 550-700 



9. OIL CAPACITY (each tank) FULL 30 gals. 

4.5 gals. FOR EXPANSION 

10. OIL TEMPERATURES 

a. MIN. FOR TAKEOFF 40 C 

b. DESIRED OPERATING 60-75 C 

c. MAX. ALLOWABLE 100 C 



11. OIL CONSUMPTION-NORMAL OPERATING ... 10 qts./hr/engine 

RATED POWER 27 qts./hr/engine 

12. OIL PRESSURE 

a. NORMAL IDLE 25 psi 

b. MIN. OPERATING 50 psi 

c. DESIRED OPERATING 70-80 psi 

d. MAX. ALLOWABLE 100 psi 
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1 13. FUEL CAPACITY 

a. MAIN TANKS (each) 300 gals. 

b. AUX. TANKS (each) 100 gals. 

c. BOMB BAY TANK 125 gals. 

TOTAL NORMAL 925 gals. 

d. FERRY TANK (OPTIONAL) 675 gals. 

TOTAL FERRY 1600 gals. 

•. TWO DROPPABLE WING TANKS (OPTIONAL) 

(each) 155 gals. 

f. AFT FUSELAGE TANKS (OPTIONAL) .... 125 gals. 

14. FUEL PRESSURE 

a. MIN. ALLOWABLE 13 psi 

b. DESIRED OPERATING 16-18 psi 

c. FUEL BOOSTER PUMP 22-24 psi 

WITH -79 WATER INJECTION— MAX. 

ALLOWABLE 25 psi 

ENGINE NOT RUNNING LOW 6-9 psi 

ENGINE NOT RUNNING HIGH 15-18 psi 

15. FUEL CONSUMPTION— NORMAL CRUISE . . . approx. 150 GPH 

16. CYLINDER-HEAD TEMPERATURE 

a. MIN. BEFORE RUN-UP 120°C 

b. MIN. BEFORE MAG CHECK AND TAKEOFF. . 160°C 

c. MAX. BEFORE TAKEOFF 205°C 

d. MAX. ALLOWABLE (AUTO RICH) 260°C (1 hr. only) 

(AUTO LEAN) 232°C 

o. MAX. BEFORE STOPPING ENGINES .... 150°C 

17. HYDRAULIC 

a. CAPACITY OF SYSTEM approx. 8 gals. 

b. SYSTEM PRESSURE 850-1000 psi 

c. ACCUMULATOR 650 psi 

d. EMERGENCY AIR PRESSURE 450-575 psi 

e. GEAR EXTEND OR RETRACT 160 IAS . . . 12 sec. 

18. ELECTRIC 

a. FLAPS EXTEND OR RETRACT 160 IAS . . . 18 sec. 

b. COWL FLAPS 5-10 sec. 

c. OIL COOLER DOORS 15-20 sec. 

d. VOLTMETER (EARLY MODELS ONLY) 1700 RPM 26-28.5 volts 

e. AMMETERS (200 MAX. EACH) max. 20 amp. diff. 

19. INSTRUMENT SUCTION 4.2' Hg. + or - .5' 

20. WEIGHT AND BALANCE 

MAC 97.5 inches 

CG— LIMITS % OF MAC 18-32 
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The A-26 has two Pratt & Whitney R-2800 
series engines. They are twin-row, 18 cylinder, 
(nine cylinders in each bank) air-cooled radials, 
each containing an internal single-stage, 2- 
speed, gear-driven blower. The earlier airplanes 
have the «27 engine: slightly later airplanes the 
-71 engine (which is the same engine with the 
exception of an improved GE ignition harness) * 



Water Injection 

The -79 is the water injection engine/ Oper- 
ating with water at war emergency power the 
engines develop 2370 Hp each at sea level. 

The purpose of the water injection system is 
to safeguard the engine against detonation while 
operating at war emergency power* Operating 
with water at war emergency power over and 
above prescribed rated power is for combat 
operation where greatest speeds for attack and 
evasive action are necessary. Don't forget that 
operation with water on war emergency power 
creates additional strains upon the engine. 
Water injection should be used with discretion 
and only as needed. 

It is well known that engines operating at 
military power in rich mixture do not put 
ouiasrauch power as they would if the mixture 
could be leaned down to the best power mix- 
ture. Merely leaning down would cause severe 
detonation but with water injection to suppress 
detonation it is possible to operate the engine 
in its best power mixture which results in a 
370 Hp additional output for each engine. The 
amount of power gained by leaning to the best 
power mixture will not alone give you full War 
emergency power rating. It tvlll be also neces- 
sary to increase manifold pressures as indicated 
in the table below: 



high blower below 10,000 feet; it will result in 
detonation. 

Th© System 

There are two identical water injection sys- 
tems, one for each engine. Each system consists 
of a 21%-gallon water supply tank located in 
the wingtip, a water pump installed on the bulk- 
head aft of the fire wail, a solenoid control valve 
and pressure warning switch located near the 
pump, and a water regulator located on the car- 
buretor. 

The water is metered from a water regulator 
unit and mixed with metered fuel from the car- 
buretor as the two liquids enter the fuel intake 
pipe. This mixture is then discharged' into the 
intake air stream through the fuel discharge 
nozsle. Each water tank has an immersion 
heater and maintains a water temperature of 
50°F. These heaters are automatic and become 
operative as soon as the airplane's battery 
switches are turned on. 

Ground Ch*gk 

Make the following ground check to de- 
termine if the water injection system is work- 
ing. The purpose for ground checking the water 
injection system Is to determine if water is en- 
tering the engines. It Is not a power check. 



WIP HP AlTIfUOt 



urn nowtft tm rpm sr hg m inf m uvi 

high mum im m w hg m ihp \m rr. 



These war emergency power settings are the 
maximum available for full throttle. Do not use 



IT 




a. After normal engine run-up turn the water 
pump switches on. 

b Two warning lights installed on the panel 
may flash momentarily as the pressure builds 
in the lines and then should remain off. 

c. With engrries operating at 30'" Hg. or with 
an rpm slightly dve rfiOtlO* manually actuate the 
throttle-operated power swi tch . ( Operate one 
system at a* time,’*. Upon immediate closing of 
the switch^ the engine should hesitate slightly, 
or cut out momentarily, then pick up power 
again. Tliis indicates the water injection system 
is functioning. 

d. At this point, the ground cheek is com- 
pleted so flic water pump, switch should be 
turned OFF unless it fe desired to use war 
emergency power for emergency takeoff condi- 
tions. In this event, the throttle-operated power 
switches should fe £njg$ged atdPull throttle be- 
fore the airplane wheels hkve teft the ground 
during the takeoff run. This is to prevent the 
pmver hesitation from occurring at a critical 
flight condition endangering takeoff. War emer- 
gency power With Water should be used for 
takeoff under emergency conditions only. 



Combat Operation 

Use war emergency power with water injec- 
tion in the following manner: 

1. Place water pump switches ON, 

2. With' 27(Wxpm move titrottles to; 

a. Full throttle in low blower. 

b. Fuji throttle or 54" Hg. manifold pres- 
sure ( whichever comes first) in high blower. 
High blower operation is used only at pressure, 
altitudes over 10,000 feeL 

3. Ajs water injection operation fegins, a. mo- 
mentary roughness or cut of the engine, will 
usually be noted. This is caused by Die reduc- 
tion in fuel few as a result of the closure of the 
derichment valve. As the engine smooths out, 
cylinder head temperatures will decrease. 

4. When water supply has been depleted, the 
pressure warning light will come on, signifying 
that power should be reduced immediately. 

The A-26 engine is one of the most depend- 
able engines built. To maintain them and use 
them properly, you must not deviate from the 
power settings indicated on your new color 
marker instruments and on your Cruise Con- 
trol Chart* 
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OBSERVE THESE LIMITS 





SEA LEVEL to 


ALTITUDE 


1. Takeoff 


52* Hg. and 
2700 rpm 


Full throttle 


2. Rated Power 42' Hg. and 

2400 rpm 

Unless using water injection 

Notes Do not oxcood ratod power settings except for takeoff and In 
case of emergency, and then never for more than 5 minutes. 


See Cruise Control Chart. 
Note that manifold pres- 
sure drops with increase 
in altitude. 


3. Continuous Cruising 

With — 79 Engine using 
water injection 


33* Hg. and 
2100 rpm 

58* Hg. and 
2700 rpm 
(LOW blower) 


See Cruise Control Chart. 
Note that manifold pres- 
sure drops with increase 
in altitude. 

At 10,000 Ft. 

54* Hg. and 
2700 rpm 
(HIGH Blower) 


4. Mixture Control 


Above 33* and 2100 rpm 
operate in AUTO RICH 


Below 33* and 2100 rpm 
Operate in AUTO LEAN 


Do not attempt to lean your mixture further by pulling the mixture control back 
beyond the AUTO LEAN position. AUTO LEAN is the only position which gives 
you a proper lean mixture. 


5. Cylinder-head 
Temperature 


AUTO LEAN 
Do not exceed 232°C. 


AUTO RICH 

Do not exceed 260° C. 


6. Engine Dive Limits 


Always use a minimum of 15* to 20* Hg. in dives. Never dive the 
airplane with power off. Rapid cooling, followed by 
application of power, damages the engines. 



7. Oil Temperature 40°C to 100°C 

Limits 



8. Oil Pressure Limits 50 psi to 100 psi 
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AFFECTING OPERATION 



Pre-ignition 

Pre-ignition is the burning of the fuel gases 
within a cylinder before the spark plug fires. It 
is caused by a hot spot within the cylinder, 
such as an overheated sparkplug, overheated 
exhaust valve, or a carbon deposit that con- 
tinues to bum as the fresh gases are com- 
pressed. 

Once pre-ignition starts it becomes progres- 
sively worse. The timing of the engine is un- 
controlled; roughness and detonation follow, 
with resultant overheating, rapid loss of power, 
and possible engine failure. 

Detonation 

Under normal conditions the fuel charge in 
a cylinder bums relatively slowly. When deto- 
nation occurs, the top part of the fuel within the 
cylinder bums normally. This compresses the 
unbumed part of the charge until the pressure 
and temperature in the cylinder rise so high 
that the unbumed charge explodes, or deto- 
nates. 

Detonation literally hammers the walls of the 
cylinders and causes the knock with which you 
are familiar in an automobile. Because of the 
outside noise in an airplane you can’t hear the 
engine knock. That’s why you must be on guard 
against detonation. You can avoid it by under- 
standing it and following correct engine pro- 
cedures. 

Don’t forget that detonation can cause com- 
plete engine failure during the short time that 
it takes you to make a takeoff run. 

The indications of detonation are roughness 
and overheating of the engine. 

These factors cause detonation— avoid them: 

1. Low Grade Fuel 

Do not use fuel lower than specification AN- 
F-27 Grade 98/130 or AN-F-28 Grade 100/130. 
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Don’t experiment. A lower grade fuel causes 
detonation, and engine failure results. 

2. High Inlet Carburetor Air Temperatures 

Use carburetor heat when known icing con- 
ditions exist. Use only enough heat to prevent 
icing. Check your carburetor air temperature 
gage frequently to be sure that the hot air door 
has not opened. The yellow marking on the 
dial indicates caution area. 

3. High Blower at Low Altitudes 

Never take off in HIGH blower. Do not use 
HIGH blower below 9000 feet except when 
shifting blowers to remove sludge from clutches. 
The HIGH blower impeller speed greatly in- 
creases the mixture temperature as it raises the 
manifold pressure. The increased mixture tem- 
perature at low altitudes causes detonation. 

4. Mixtures Too Lean 

A too lean fuel/air ratio, particularly when 
aromatic fuel is used, causes detonation. Always 
use AUTO RICH at any power setting above 
33" and 2100 rpm and for all ground operation. 

5. Abnormally High Manifold Pressure 

Do not use excessively high manifold pres- 
sures except when necessary, and then only 
with the proper rpm. Increase rpm first and 
manifold pressure second, in proportion. Deto- 
nation depends not only on high temperatures 
and pressures but also on the length of time the 
mixture is exposed to these temperatures and 
pressures. 

6. High Cylinder-head Temperatures 

Excessively high cylinder-head temperatures 
lead directly to detonation by overheating the 
fuel mixture as it enters the cylinder. 
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BLOWER OPERATION 



Your engine blowers ore virtually trouble-free. Blower difficulties 
are caused by incorrect procedure. Observe the accom- 
panying procedures exactly, and the important tips that follow, 
and you and blower trouble will remain absolute strangers. 






To Change to HIGH Blower 

1. Reduce manifold pressure at least 3". 

2. Move blower controls quickly, without 
hesitation, to HIGH blower. 

3. Check to see that the oil pressure fluctu- 
ates, returns to normal and ^ at manifold pres- 
sure increases. 

4. Make sure that the control handles are 
locked firmly in the HIGH position. 

5. Adjust manifold pressures to proper set- 
tings. 






To Change to LOW Blower 

1. Move control handles quickly, without 
hesitation, to LOW blower. 

2. Make sure that the oil pressure fluctuates, 
returns to normal and that the manifold pres- 
sure decreases. 

3. Check to make sure that control handles 
are firmly locked in the LOW position. 

4. Adjust manifold pressures to proper set- 
tings. 
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Shift the blowers from one stage to the other 
every 2 houra during Sight to remove the sludge 
which fonns it) the blower clutches. Allow at 
least 5 'minutes between shifts so the clutches 
have time to coot 

It is important to check the fluctuation of oil 
pressure as well as manifold pressure when you 
shift blowers. The oil pressure should drop and 
then return to normal. 

Make sure that your blowers are always 
locked either in HIGH or LOW blower. Never 
leave the control lever in intermediate position. 

Use a quick, definite motion to shift blowers, 



When you shift from LOW to HIGH blower 
remember that the increased impeller speed 
absorbs from 100 to 300 additional Hp from 
your engine and increases fuel consumption. 
At lower power settings it is more advantageous* 
for you to increase your rpm up to 2100 than 
it is to change into HIGH blower. 

Do not change to HIGH blower until you 
reach critical altitude. This varies ac^ording to 
power setting. Critical altitude is the highest 
altitude at which you can maintain a given 
manifold pressure and rpm setting with full 
throttle. (See Cruise Control Chart, page 71.) 



There ere only a few simple rules to follow; 

L Ground Operation. . . .Full open 
2. Takeoff. . , One-half to fuM open 

3 AUTO RICH ......... Adjust to keep cylinder-head 

temperatures below 260°€, 

4. AUTO LEAN . . . Adjust to keep cylinder-head 

temperatures below 232° C. 

5. Normal Cruise. Adjust to keep cylinder-head 

temperatures approximately 200° C 

Always leave cowl flops full open. 



6. After Loading 



COWL FLAPS CLOSED 



COWL FLAPS OPEN 




ELECTRICAL SYSTEM 



The electrical system on the A-26 is efficient, 
reliable, and easy to understand It's like a 
water pumping system. There are otify three 
main things to consider. Source/ .distribution, 
and storage, 



ELECTRICAL SYSTEM WATER SYSTEM 



Water pump 



Generator 



1, Sourc* 



2. Distribution 



Storage tank 



Battery 



3. Storage 



fastened to the floor on the right hand side ot 
the pilot's compartment. 

There is another automatic • -device in this 
.system. It is called a reverse-current relay and 
is simply an electric counterpart of a check 
valve in a fluid system. It allows the current to 
flow from ffie generator to the main bus bar 
(where the current is distributed) but does not 
allow it to flow backward toward the generator. 
Thus, if one generator quits, it is automatically 
cut out of the system and the other generator 
provides enough power (200 amps) to operate 
the electrical system. 

Bus Bor 

The bus bar is the pipeline of an electrical 
system,. The bus bar m the A-26 extends along 
the left side of the fuselage and has branches 
that run along the leading edge of each wing. 
There are as many connections to the bua bar 
as there are electrically operated parts. 

SaH^fies • •>. ^./V v ..i ' 

The batteries are the storage tanks, or re- 
serve sources of power, used for startirig the 
engines and operating the system when the 
generators are not functionmg* They receive 
their current from the generators and main tain 
a full charge 



Different terms are used in an electrical sys- 
tem, although it functions exactly like a water 
system. 



Pre»*ur« YoSNgt# 

Quantity Aiwp#r^a/'||j v ;- 
Ke*i&tara* ^ (5n ohms) 



Water is resisted as it flows through the pipe 
according to the roughness or smoothness of the 
inside of the pipe. Electricity is resisted ac- 
cording to the sise of the wire and the material 
of which it is made, 

A water system has a dram-off pipe to return 
water to the reservoir. In an electrical system 
the return line consists of a ground through the 
airplane structure to the battery. 

The A-26 electrical system is a 24-volt DC, 
single- wire/ groui'id-retuni system. There are 
two generators capable of producing 200 am* 
peres each. Thus, either generator, working 
separately/ provides enough current to operate 
all the electrical equipment in the airplane and 
to charge the 24-Volt storage battery. 

Because there are two generators m the sys- 
tem, each has a voltage regulator to make cer- 
tain that it is absorbing its portion of the load 
These regulators ale set at 28,5 volts and are 
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ELECTRICAL SYSTEM 



OVERHEAD $ 
CON HUH r' 

PANIi 

^ i FANIL 
MAIN EliC. 
CONTROL FANFt 



H 



DIST*I§UTK>H 

fAwtt 8511s 
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AMPERAGE LOADS ON ELECTRICAL SYSTEM 

STARTER (ENERG.) . . 

STARTER (MESH) . . . 

PROP FEATHER . . . 

TURRET SYSTEM (SCAN) . 

TURRET SYSTEM (IDLE) . 

WING FLAP MOTOR . . 

.50 CAL. Ft RING SOL. . 

.50 CAL. GUN HEATER . 

LANDING LIGHT . . . 

ALL RADIO EQUIPMENT 
HEATED SUITS . . . . 

PNEU. COMPRESSOR . 

WATER INJIlCnON . . 

INVERTER . . . . . 

EXTERNAL LIGHTS 



. . 90.0 

. . 240.0 
. . 160.0 
. . 160.0 
. . 100.0 
60.0 
. . 84.0 

, . 70.0 

. . 43.0 

MAX. 60.0 
. . 30.0 

20.0 
24.0 

. . 20.0 
MAX. 15.0 
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ELECTRICAL CONTROL PANELS 



There are a number of different combinations 
of electrical control panels on the A-26. The 
latest are illustrated here. Study your own air- 
plane, Your instructor will insist on a blindfold 
check. 




Main Electrical Control kernel 

Tins iS die .main ei ep t neat control panel is 
•o trunf of tee control oolgom. 
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they should not differ more than 20 amperes. 
The voltage must be within .5 volts of being 
equal. 

Besides the re-set switches you can reach in 
flight, there are two more places where you can 
locate electrical trouble on the ground. The for- 
vvard electrical junction box is forward of the 
instrument panel and contains manual re-set 
circuit protectors. 



Distribution Panel 

This panel has a series of circuit breaker 
switches, or electrical pop-off valves, designed 
to protect the circuit when the current load 
exceeds the capacity These circuit 

breakers may be re-set, hut they pop open or 
remain open until the circuit is repaired 

Two amnieters located in the lower right- 
hand corner of the instrument panel indicate 
the load on the system and must be checked 
with both engines running at 1700 rpm. 

. • . \^pn;y0u. eh^jk two .generators to make 
sure they are carrying an equal amount of load, 



Overhead Control Panel 

This is the overhead electrical control panel 
It is directly over the pilot Vhead, 
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GutuMer't Moy 

Also, there iik gunner s relay box which cod* 
tains nine more manual re-set circuit protectors. 

Manual re-set circuit protectors differ from 
circuit breakers because they are literally fuses 
and bum out and have to be replaced if they 
are held in the ON position. 

CAUTION: Turn the electrical system off before 
lofting the re-set circuit p r ot e ct o r s . 



BE SURE YOUR GUNNER THOROUGHLY 
UNDERSTANDS THIS 
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HYDRAULIC SYSTEM 



1. It extend* and retracts the wheels. 

2* It opens und %\mm. the bomb bay doors 
3. it operates the brakes. 



To check a faulty accumulator diaphragm: 
1* With hydraulic pressure 800 psi or above, 
operate the brake. 

2< As the pressure hesitates just before it 
drops to zero, that momentary reading should 
be 650 psi or normal air pre-load in the accu- 
mulator. 



Pumps 

There are two engine-driven pumps, one in 
the accessory section of each engine. They are 
gear-type* positive pumps of simple design and 
are- Virtually trouble-free. One pump alone pro-- 
duces sufficient power to operate the hydiaiilic 
system. Thus* single engine flight does not mean 
hydraulic emergency. However, one pump 
alone requires more -time-, to operate the hy- 
draulic system, 

Pressure Accumulator 

The pressure accumulator carries continual 
pressure of 1000 psi (-{- or —20), It is a spher- 
ical, welded steel container divided by a syn- 
thetic rubber diaphragm* carrying air pressure 
on one side and hydraulic pressure on the other. 
On the air pressure side there is an initial pres- 
sure of between 600 and 750 psi. This air section 
functions as a cushion to absorb fluid surges in 
the hydraulic system and to aid in maintaining 
constant pressure in the system. 



Pressure Regulator 

The pressure regulator is an automatic device 
controlling the amount of pressure maintained 
in the accumulator. When the pressure reaches 
1000 (4~ or — 20) the regulator bypasses the 
fluid to the hydraulic reservoir. As the system 
operates, the pressure in the accumulator is 
expended and when if reaches 850 {4~ or —20} 
the bypass valve closes and die pumps again 
build up accumulator pressure to 1000 psi. 



Main Hydraulic Reservoir 

This welded aluminum container is in the 
rear of the pilot's compartment just behind the 
gun loaders seat, its capacity is 1% U.S. gab 
Ions. It supplies fluid to the main system and 
also to the auxiliary reservoir. A glass-sight 
gage showing fluid level is built into the main 
reservoir 



Niter v> - 

A Purolator unit, to filter the hydraulic fluid 
in the mam system, is at the right of the main 
hydraulic reservoir on the pressure l me be- 
tween the pumps and the pressure regulator- 



Sfudy ibt, tlmpl* diagrams an th# fallowing 
pages. Know them thoroughly, Most hydraulic 
emergencies are not emergencies at alb but 
merely the result of the pilot's insufficient knowl- 
edge of the hydraulic system. 
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HYDRAULIC SYSTEM FOR OPERATING LANDING GEAR 
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HYDRAULIC SYSTIM FOR OPERATING BOMB BAY DOORS 
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Check Valves 



Three check valves operate as traffic cops of 
the hydraulic system and permit the flow of 
fluid in one direction only. Two of these valves 
are in the pressure lines (one in each line) 
where the two lines connect at the Purolator 
filter The other check valve is in the brake 



IV EfiStTY 'OF MICHIGAN 




The wheels gf the main landing gear of the 
A -26 extend against and retract with the skip* 
stream. This is why you must pay strict atten- 
tion to the airspeed limitations for lowering 
the gear. 

Select the position of your gear with the 
lever mounted on the pedestal The lever con- 
trols a selector valve that has four openings: 
one for the pressure supply line to the valve, 
one for the line that goes lo the side of the 
actuating cylinder that retracts your gear, one 
for the line that goes to the side of the actuating 
cylinder that extends the gear, and one to re- 
turn the fluid to the reservoir. 

The lever has only three positions, The UP 
position retracts the gear T the DOWN position 
extends the gear, and the neutral position 
merely closes all four ports of die valve, tfctus 
reducing the amount of line under pressure. 

The main gear doors operate mechanically 
by direct linkage to the main gear strut A 
spring-loaded mechanical latch loefe against- a 
stop on the retracting link. This sanie iateh 
secures the landing gear in the UP or DOWN 
position, y; 
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NOSE GEAR 



On the earlier model airplanes when pilot ex- 
perience level on the A~26 was necessarily low, 
a number of nose gear failures were reported, 
Since that time Tech Order compliances have 



of the nose gear assembly have been beefed up. 
Unquestionably a large contributing factor was 
the pilot's inability to land the airplane accu- 
rately. The A-26 is a rugged, heavy, high-speed 



attitude. A nose- high landing attitude quickly 
stalls out and pounds the nose gear on the run- 
way causing failure; < See landing section, page 



Httw At Operates 

Ohe motion of the gear lever operates both 
the nose and mam gear. The nosewheei doors 
operate hydraulically by a separate actuating 
cylinder A mechanical latch prevents the no^e 
gear from extending until the doors are open. 



gear is completely retracted. A plunger type 
latch locks the nose gear in place when it is 
fully extended. 



Solenoid Safety Device 

There is a release switch on the left main 
shock strut. While there is weight on tills strut, 

depressing H. a steel pm pcevept* the gear han- 
dle tnHii hem g moved to the ITT" position. On 
takeoff, when the weight is, removed. • from 'the 
retracts the pin, allowing the 
gear handle b*r moved itv the UP position. 
Always keep the gear handle in the DOWN 
position while the airplane is on the ground. 



DON'T LOWER LANDING GEAR 

UNTIL AIRSPEED HAS DROPPED TO 160 MPH OR LESS 
RESTRICTED 
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Important Landing Goar Tips 

Do not attempt to lower your gear until your 
airspeed has dropped to 160 mph or less. Your 
nose gear will not extend at higher speeds. You 
may cause damage by attempting it. 

Hydraulic ftrak* System 

The A-26 power brake system consists of a 
separate braking action for each wheel with 
two brake units of the multiple-disc type in 
each main landing wheel. Although they are 
power brakes, the amount of braking action 
is directly proportional to the force you apply 
to the brake pedals. Use your brakes carefully. 
Your brake? are like money in the bank. Be 
thrifty, so that when you need all you Ve got 
you’ll have all you need. 

Faulty Bmk& Action - 

Air trapped in the lines of the hydraulic 
brake is the most common cau.ee of faulty brake 
action. Generally! several appHcatioris of brakes 
will remove the trapped air If this fails, turn 
the airplane back to the crew chief and h$ve 
him bleed the brake system. 



If this sckseid htib* the pm stays in place, 
preventing the gear handle from being moved 
to the UP portion If this happens, depress the 
solenoid pin. and at the same time move the 
landing gear lever la the UP portion. 



WHoel Indkdws 

There are several different types of wheel 
podtisn mdkntors located on the instrument 
panels of various airplanes. 

On earlier airplanes there is a wheel position 
indicator- <m the instrument panel ^hich shows 
the position of the gear at all times. In addition 
to the Mkfcey Mouse indicator on some models 
there &re two ’warning lights, red and green. 
The red light indicates that the gear is in un- 
safe position far landing, The green light indi- 
cates that the gear is down and locked. 

Check the operation of this warning light 



1. Depress broke pedals, 

2 . Pull parking broke lever back 

and hold. 



3. Release fool pedals. 

4. Release parking brake lever, 



WHEEL POSITION INDICATORS 

before every landing with a test switch on the 
left side of the instrument panel. Your red 
warning light burns when the throttle* are re- 
tarded if the gear is up and locked. 

On later airplanes there are three green 
lights, one for each gear, which indicate that 
the wheels are down and locked and on* r*d 
light which indicates that the wheeU are owa > fv 
for landing. 



Sofnb Ray Door System 

The operation of the bomb bay doors is sim- 
ilar to that of the wheel system. There is & 4- 
way selector valve with two lines running tc 
each of the two forward and cme aft bomb bey 
actuating cylinders. s • 
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On later series, bomb bay door spoilers are 
used to allow doors to be opened at high speeds. 
These spoilers operate automatically by a sepa- 
rate actuating cylinder. 

Bomb Bay Switch 

The bomb bay control switch is located on 
the instrument panel directly in front of the 
pilot. Two warning lights are located near the 
switch. The red light (above) indicates bomb 
doors OPEN The green light (below) indicates 
bomb doors CLOSED. 

On earlier airplanes a control lever next to 
the pilot's left knee operates the bomb bay 
doors. The lever has live positions: 

1. CLOSED 

2. NEUTRAL 

3. OPEN 

4. SELECT (this is used when entering the 
bomb run and does not concern the hydraulic 
system) , 

5. SALVO 

The bomb bay doors on earlier airplanes can 
be locked in the CLOSED position by two sole- 
noid switches, one forward and one aft in the 



BOMB BAY DOOR SWITCH 

bomb bay. The doors cannot be opened when 
these switches are on, so crew members can 
walk safely through the bomb bay in flight. 

The hydraulic bomb bay door system is 
trouble-free if you observe the proper proce- 
dure and airspeed limitations. 
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EMERGENCY HYDRAULIC SYSTEM 



The A-26 has an emergency hydraulic system 
to use in case of failure of the main hydraulic 
system. This emergency system operates only 
the landing gear and the bomb bay doors. Al- 
though auxiliary braking action can be had by 
putting the selector on SYSTEM and using the 
hand pump, there is no emergency hydraulic 
system for braking action. There is art air bottle 
installed for emergency brake action. (See 
page 83,) 

Emergency Fluid Reservoir 

Your emergency reservoir is divided into 
three separate cells, each with a bullVeye in- 
spection window. AH three cells are filled by 
gravity from the main reservoir, and although 
you may lose the fluid in your main reservoir, 
you still have ample hydraulic fliiid in the three 



must set the corresponding main hydraulic se- 
lector control for the desired operation, as well 
as the emergency selector valve. When you 
complete the operation, always return the 
emergency selector handle to SYSTEM, 



emergency cells for at least brie rimfefrgency 
operation of each unit. One cel] is to extend 
the landing gear, one to open the bomb bay 
doors, and one to close the bomb bay doors. In 
this system there is a double-acting, piston-type 
hand pump which you use to supply fluid either 
to the main system (when the engine-driven 
hydraulic- pumps fail), or to the emergency 
hydraulic system. The emergency selector valve 
directs the fluid from the hand pump through 
the emergency lines to the equipment to be 
operated 

Although there are separate emergency pres- 
sure lines, the fluid returns from each operation 
through the main return lines. Therefore, you 



BOMB DOOR MANUAL CONTROL 
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FUEL SYSTEM 



lower turret. Used io r low-level strafing mis- 
sions) . .125 gals. 

Foal Oos«$ : 

These gages are on the right side of the in- 
strument each tank regis- 

ters, through an electrical transmitter, the 
quantity on the fuel gage. 

Fuel Pr«$wro Gaga 

A fuel pressure gage on the instrument panel 
indicates the fuel pressure to the carburetor. 

Sootier Pump* 

A 2-speed electric booster pump is installed 
in each tank. Use low boost for starting the 
engine, use high boost for: 

a. Takeoff 

b, Landing 

c* High-Altitude flight 

d. When engine pump fails to supply fuel to 
the carburetor. 



On the following page is a simplified drawing 
of the A-26 fuel system . It includes five self- 
sealing tanks: two main tanks, two auxiliary 
tanks, and a bomb bay tank. The main tanks 
hold 300 gallons each and are in the nacelles 
about 3 Vi feet behind the engines. 

Two auxiliary lank^ of 100 gallons each, are 
m the wings between the nacelle and the fuse* 
lage. The bomb bay tank, bedding 125 gallons, 
is installed in the forward bomb bay; The bomb 
bay tank is removable but cannot be salvoed. 
Fully fueled, you have a total of 925 gallons. 
At 62.5% power, this gives you 6-}- hours in 
the air. 



Optional Pool Tank* 

In addition to the five standard fuel tanks a 
choice of three optional tanks can be installed 
depending on die mission. They are: 

a. Ferry tank , ; . 675gais. 

b. f fwo droppable wing tanks (each) 155 gab. 

c. Aft fuselage tank (installed in place of 



RIGHT HAND NACELLE FUEL TANK LOOKING UP 



1 ftoostar Pump Drain Lina 

2 Fuel Contain*? $«!»ctor Volvo 

3 Booster Pump 



4 Drain Una (Residual Fuel) 

5 Fu*i Strainer 
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Booster Pump Switehos 

Three switches qb the pilot’s control pedestal 
just forward of the prop controls operate the 
five booster pumps, T*he switch on the right 
operates the booster pump or either the right 
main or the right auxiliary tank, depending on 
the selector valve setting. The middle switch 
operates the bomb bay booster pump but unlike 
the other booster pump it is independent of the 
bomb bay selector valve and must be turned 
of! when the bomb bay tank is not feeing used. 
Some airplanes have a switch for each booster 
pump. 
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BOOSTER PUMP SWITCHES 

For example: When you use fuel from the 
right main tank, turn on the right booster 
pump. When you change to right auxiliary, 
merely change your fuel selector valve and it 
automatically turns off the right main booster 
and turns on the right auxiliary booster. The 
switch bn the left operates booster pumps on 
left main and auxiliary tanks in the same way. 

Fuel Flow 

From the five booster pumps the fuel passes 
to the selector valves, which are at the bottom 
of the nacelles. The selector controls which 
actuate these valves by means of cable linkage 
are at the right of the pilot's seat. 

There are three positions on each of the two 
selector controls: one for main, one for auxiliary 



tanks, and a third position for OFF, which you 
use when not taking fuel from these tanks. 

From the selector valve the fuel flows into a 
fuel strainer, and from there into the car- 
buretor. 

Bomb Bay Selector Volvo and Croufeed 

The lines from the bomb bay selector valve 
and crossfeed also join the fuel system at the 
inlet side of the strainer. This valve is aft of 
the main selector controls. 

The bomb bay selector valve and crossfeed 
can be set in eight positions, but only four of 
these allow fuel flow through the unit. The 
other four are merely OFF positions. 

Keep In mind that the source from which the 
fuel is coming is the bomb bay tank, and the 
selection of B.H. ENG. means the fuel is being 
directed to the right-hand engine, L.H. ENG. 
to the left-hand engine, and BOTH ENGS, to 
both engines. The ON CROSSFEED position of 
this valve is an entirely different operation that 
cuts out any fuel flow from the bomb bay tank 
and acts only as a connecting line for transfer 
of fuel from the tanks on one side of the air- 
plane to the engine on the opposite side. 

Fuel should not be directed from any main 
tank into another because of the danger of vapor 
lock and possible loss of pressure to the oper- 
ating engine. 

Transfer System for Aft fuselage Tanks 
and Droppable Wing Tanks 

When the optional 125 gal. aft fuselage tank 
is installed, fuel is fed into the bomb bay aux- 
iliary tank by operating a fuel transfer switch. 



auxiliary tank can hold all the fuel being trans- 
ferred. 

When droppable wing tanks (155 gals, each) 
are installed the fuel is transferred to the main 
tanks by operating transfer switches located On 
the step above the control pedestal. Be certain 
there is ample room |tt the main tanks to hold 
all the fuel being transferred. 

To drop droppable wing tanks: 

1, Turn wing bomb rack switches on. 

2. Press bomb release button on control 

wheel. . ' '• 
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FUB DRAWN Ot KNOINE-DWVKN 
PUMP OP£fcATK>N AND DSLJVERED AT 
• m THAN MAXIMUM PRESSURE 



FUEL UNDER PRESSURE FROM 
BOOSTER PUMP SY-PASS S$ 
INOPERATiVE ENUINE-O^VEN PUMP 



ENGINE-DRIVEN TUEL PUMP OPERATION 



Strainer Unit 

The fuel flow from all tanks parses through 
a strainer unit to the engine-driven pumps. The 
strainer is a simple screen type, with a remov- 
able screen for cle^oiihgv it indudes a drain** 
cock hr draining the lines to the carburetor or 
from the selector valves. This must be done on 
preflight to eliminate water. 

En0«ne-dr?v«n fuel Pumps 

The : engine-driven fuel pumps are rotary' 
positive^displacernent types. Each contains a re- 
lief val ve in the top of the pump housing which 
regulates the pressure to tfe carburetor. 

There; is also a bypass valve m the top of the 
pump housing which permits, the fuel to be 
bypassed around the pump to the carburetor in 
case of -fuel pump failure. 

The booster pumps provide the pressure to 
supply fuel to the carburetor if the engine- 
driven pumps are not operating. 

Carburetor 

The carburetor is a diaphragm, pressure- in- 
$ ec: i on t ype. The fuel flows to the carburetor 
and is there metered to the impeller section by 
muring’ jfet& hie ter trig jets are controlled 

by air pressure, regulated by lhe throttle unit. 



ing the engines, An idling metering jet provides 
proper iruxture at idling speeds. 



Mixture Cortlrof 

An automat^ mixture control in the car- 
buretor givfes constant mixture at any altitude 
within operating limits. 

FtlLL RICH on the mixture control handle 
cut- out automatic mixture control It. is safe- 
tied so ihat you canhoi use it except in emer- 
gency. Use AUTO RICH, when operating abaVe 
62.5% power and AUTO LEAN at 62. 5 C power 
or less. These mixture controls are at the right 
side of the pilot’s pedestal. 

Do mt puU mixture controls back farther 
than AUTO LEAN in on attempt to ahiam a 
leaner mixture. 



Priming 

There is s priming solenoid on each Carbure- 
tor. The spfing-ibaded switches operating the&e 
primes '&re 7 directly over the pilot s seat and 
should be used only when boosters are on. De- 
pressing these switches allows the fuel to flow 
through small primer lines to the top eight 
cylinders. ' / ' ' - ~ \ V 

There is also an overflow fine from the car- 
buretor back to the main tanks which permits 
the fuel that cannot be consumed by the .$air- 
buretor to return to the system. 
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OIL SYSTEM 



of 30 gallons at the FUUL mark. Maximum 
capacity is 34.5 gallons. Even though engine o'H 
pressure drops to zero 1.5 gallons still are re- 
tained by a standpipe within the tank for emer- 
gency feathering of the propeller. There is 
expansion space of 45 gallons in each tank to 
allow for normal expansion or oil dilution in 
cold weather operation. The oil level d£ the 
tanks is measured with the dip sticks. 

Hopper Tank 

v:\93te hopper tank is a tube 6 inches in di- 
ameter that stands in each oil tank. It is per- 
forated at the top and bottom 
The hopper tank is designed to: 

L Furnish the engine with warm oil 



The A-2t> has identical independent oil sys- 
tems to lubricate and cool the engines. The 
accompanying illustraiion shows the cycle com- 
pleted by the oil in the system. It is pumped 
from the hopper tank (1) in the oil container 
through the engine (2). From there it flows 
back to the oil temperature regulator (3), which 



per tank (1) in the oil container. 

DU T ttnk 

A self-sealing oil tank, incased in an alumi* 
turn alloy shell, is in each of the nacelles just 
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2. Warm the surrounding bulk oil, 

3, Limit the amount of oil diluted during cold 
weather operation. 



Oil TamperGfvr* and Pressor* Goges 

The oil temperature and pressure gages are 
highly important, as they may be your only 
warning before you lose an engine. 

The nil temperature bulb is connected to the 
bottom of the sump, and records the tempera- 
ture of the oil just before it enters the engine. 
The oil pressure reading is taken where the oil 
enters the engine vmder greatest pressure. 

£n<3 ln& Pump 

An engine-driven, gear-type pump supplies 
oil to the engine. The oil passes through a 
screen before it enters the pump. 

important Tips About the Oil System 

1 Always check your pressure and tempera- 
ture gages in relation to each other. 

2* Listen to your props. If one tends to over- 
speed, it may be your first indication of oil sys- 
tem failure, quickly followed by engine failure. 

3. Check your pressure gage frequently for 
oscillation. If the needle begins to fluctuate you 
may be close to engine failure. In any case,, 
land and determine the trouble. 

4. Watch your oil temperature carefully. Oil 
temperatures exceeding normal limits may indi- 
cate that oil cooler doors are not operating 
automatically. 



Oil Cooler Door* 

Oil temperature is regulated by oil cooler 
doors. In earlier airplanes the doors are con- 
trolled manually by cockpit switches. In later 
airplanes the oil cooler doors are operated auto- 
matically by a thermostat control. On these 
automatic models there ts an OPEN-CLOSE 
override switch for manual control in case the 
thermostat control fails to work properly 

Oil Dilution Solenoid Volvo 

For cold weather starting there is an oil dilu- 
tion system. Fuel drawn directly from the fuel 
pressure line enters the system at the Y oil 
drain valve; The only purpose of oil dilution is 
to thin the oil for cold weather operation 
Step-by-step instructions on this are given in 
“Cold Weather Operations.” 

The purpose of an exact procedure is to make 
certain that the oil is diluted as little as neces- 
sary and that the diluted oil is distributed 
throughout the system. For example: It is ex- 
tremely important for the. diluted oil to enter 
the propeller domes to insure proper increase- 
decrease operation in cold weather. 
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blade angle depends entirely upon the position 
of the piston in the dome, 

Second Force is the engine oil pressure that 
is conducted from the engine to the forward 
side of the piston through the hollow piston 
shaft. This force aids the first force in pushing 
the piston toward the back of the dome. The 
piston turns the blades toward high rpm by a 
cam and gear assembly. 

Third Force is supplied by a special engine- 
driven pump. You regulate the pressure from 
this pump in the cockpit by the prop controls. 
Therefore, the prop is held at a constant speed 
by balancing the first two forces from the for- 
ward side of the piston by an equal amount of 
force on the back side of the piston. 



PROPELLERS 



The A-26 has Hamilton Standard hydromatic 
propellers. They are 3-bladed, constant-speed, 
full-feathering propellers with a diameter of 12 
feet 7 inches. There are three fundamental 
forces affecting the operation of these propel- 
lers. If you understand these forces and the 
mechanism that controls them, you know all 
you need to know about your propellers. 

First Force is a twisting movement that takes 
place when the rotating blades turn toward 
the least wind resisting angle. This is high rpm 
and causes the piston in the propeller dome to 
be pushed to the back side of the dome. The 
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tem and allows the high-pressure oil to be 
forced to the back side of the piston in the 
propeller dome. 

The high-pressure oil supplied by the feather- 
ing pump overrides the two forces at the front 
of the piston and forces the piston to the front 
of the dome, which puts the prop blades in a 
full-feathered position. Since there is no out- 
let, the pressure builds up to approximately 
500 psi and actuates an electric cut-off switch, 
turning off the feathering pump. 

Feather Button Failure 

If the feather button fails to pop out when 
the prop reaches the full feathered position, 
quickly pull the button out by hand. Other- 
wise the blades will continue in the feathering 
cycle and start to unfeather which will cause 
engine overspeeding and possible damage. 

WAJRNING: There is no fuse on the feather- 
ing circuit When you feather propellers, if you 
get no action within 90 seconds quickly pull the 
feather button out so as not to burn out the 
feathering motor. 



The feathering device on this propeller has 
an electric pump which you start by pressing 
the red feathering button on the instrument 
panel. It takes oil from the engine oil tank and 
forces it, under extremely high pressure, to 
the prop governor housing. This high pressure 
in the housing actuates a transfer valve which 
disconnects the prop governor from the sys- 



FEATHERING PROPELLER 
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has increased to approximately 600 par a dis- 
tributor valve redirects die high-pressure oil 
through the hollow piston shaft to the front side 
of the piston. This forces the blades toward the 
high rpm angle and the prop governor is auto- 
matically back at work. 

.See “Single Engine Flight’’ P. 83-84 for com- 
plete feathering and unfeathering procedures. 



U rtf* cohering Propeiter 

To unfeather the propeller, depress the 
feathering button until the prop is turning over 
at approximately 800 rpm. Then release the 
feathering button. By holding the feathering 
button down you override the electric cut-off 
switch and allow the feathering pump to con- 
tinue to build up pressure. When the pressure 



RADIO EQUIPMENT 



Radio serves as die voice said ear^ef your 
airplane. Knowing .radio 
ly important to the A-26 pilot because in most 
airplanes the pilot is also the navigator. Detailed 
radio procedure is given in the section entitled 
‘"Navigation/' For additional information/ ask 
your communications officer. He can give you 
tips about your radio that will help you avoid 
navigation errors. 

Command $** (SCR -274-N) 

This command set is essentially the same as 
you have used all through flying school It 
consists of three independent receivers which 



you control on your radio panel These three 
receivers cover the following bands: 

1. 3.0 to 6.0 Me. 

2. 190 to 550 Kc, 

3. 6,0 to 9,1 Me. 

Your three transmitting sets cover the fol- 
lowing ranges; 

1 4.0 to 5.3 Me 

2. 5.3 to 7.Q Me. 

3. 3,0 to 4.0 Me 

The tiansinitter selector switch is to the left 
of your seat. Your transmitting mike button is 
on the throttle; Hie transmitters and receivers 
are mounted behind the pilot's seat 





Band in 410 to 850 Kc. 

Band IV 850 to 1750 Kc. 

Select youx bands on the radio compass con- 
trol box. 



Radio Rttcoptlon 

The CW^OFF-MCW switch on the pilot’s con- 
trol box belongs on MCW during any normal 
operation. 

Use MCW to receive', 

1. Radio range signals and voice transmis- 
sions 

% Tower tm^nssions,; 

3. Interplane' ^ txansmlssiohs. 

Use CW wly to receive code messages. 

Yoo don't use the A Tel and B Tel switch if 
ther^ i$ VRF (very high frequency) equipment 
in the plane. With VHF equipment, always 
leave the switch in the A Tel position. 

If the airplane does not carry VHF, and you 
want one of your crew members to guard an- 
other wave length, plug his headset in the B 
Tel position and turn his jaekbox to the LIAI- 
SON position. 

For normal use keep the switch in the A Tel 
position. 



Radio Tips 

Tune your receivers accurately. Don’t sit and 
strain to hear the tower when it's easy to tune 
them clearly. 

Don't hesitate to ask any communications 
man to show you how to tune your transmitter 
and receiver. Although you can’t do it in flight, 
you most know how to do it on the ground. 

When receiving, keep the switch on the pilot’s 
control box on MCW. 

When tramnutting, keep the selector switch 
on VOICE. (Unless you are sending code.) 

If you smell gasoline vapors, air out the cock- 
pit first . Then turn oil the radio equipment until 
gasoline fumes are no longer detected. 



Control 

Volume by audio knob. 

Turn your operation selector switch to: 

COMP for directional operation. 

ANT for receiving with vertical sense an- 
tenna, 

LOOP for receiving with the loop antenna 

Rotate the. loop by depressing the LOOP L-R 
knob toward either R or L. Make finer adjust* 
meats with the small tuning knob, 

Typo Radio Compos* 

Earlier series airplanes use the NM-26V type 
radio compass. Select your bands on this type 
of compass control just as you do on the other 
The control steps are identical, With the excep- 
tion of the loop rotation. On this type of com- 
pass you rotate the loop manually by use of * 
crank on the azimuth control. 

The use of this navigation aid is described in 
detail m ^Navigation.'* 

IFF fldanfificatiou, Friend or Foo) 

Your highly confidential IFF equipment must 
always be ON whenever you fly in restricted 
areas; The receiver is just behind the gunner Is 

Rf STRICT 10 



Radio Compaq AN-AR N-7 

Your radio compass is a receiving unit only, 
used chiefly for navigation although it supple- 
ments the command set for receiving the tower 
and radio ranges. The receiver unit is on the 
right-band side of the fuselage just behind the 
gunner's compartment. The heqmncr . y ranges 
covered by its four bands are: 

Band I 100 to 2M%c. 

Band II 
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compartment. It has a built-in destructor unit 
and is connected to the destruc tpt circuit by a 
plug. Never insert this plug except in flight. 
The destructor unit, designed to destroy your 
IFF, can be set off by two buttons in the pilot’s 
compartment or by a pendulum-set impact 
switch which automatically sets off the destroy- 
ing charge during a very rough or crash land- 



VHf CONTROL 
BOX 



Interphone 

The interphone is the airplane’s local phone 
system for crew members to communicate with 
each other. It is controlled by the interphone 
jackbox. Each crew member has his own jack- 
box By switching his lever to the CALL posi- 
tion, he can talk to any other crew members, 
regardless of the setting of their jackboxes. 



reception, and as soon as practical VHF radio 
ranges will be as numerous as low frequency 
radio ranges are today Discuss VHF with your 
Comm unicati pus Officer who will advise you of 
its use in your area. 

You have four channels oh the push button 
operated VHF. Switch yohr interphone jack- 
box to VHF (marked LIAISON on earlier air- 
planes), turn on your VHF switch selector 
channel and you are ready to transmit or re- 
ceive,. t " 



VHE Equipmastt 

Your VHF (very high frequency) radio sup- 
plements the command set and can be used for 
many command set functions. Static and elec- 
trical weather disturbances do not affect VHF 



The distance range available with VHF is 
limited to line-of-sight transmission.- Any ob- 
stacle between you and the station jams your 
transmission and reception. 
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